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Abstract 
 
This is a report on work in progress.  Statistics on road safety and other transport indicators 
in South East Asia point to significant road safety problems.  Western road safety technology 
and knowledge can be applied to those problems, and a number of efforts have been made in 
this direction.  However, the context of transport development in South East Asia, as well as 
challenges arising from social, cultural and economic factors, limit the potential for transfer 
of knowledge and technology.  The research being undertaken by the author is aimed at a 
better understanding of these limitations and their causes, and a more effective means of 
improving road safety in South East Asia. 
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Introduction 
 
Road safety, as a discipline of systematic research and accident countermeasure 
implementation, has several decades of history in motorised or developed countries (e.g. 
Western Europe, Japan, U.S.A., Canada, Australia, and New Zealand).  These countries have 
shared similar patterns of motorisation, paralleled at first by increasing road fatalities, which 
have now declined.  This decline is frequently attributed to the success of road safety 
research and practice. 
 
Less motorised countries (LMCs), in contrast, exhibit both steep increases in motor vehicle 
use, and in numbers of fatalities.  In spite of the numerous differences between motorised 
countries and LMCs (in terms of patterns of motorisation and road development, as well as 
more general institutional and national differences) there is a strong belief in the benefits to 
be gained by LMCs if road safety knowledge and techniques, developed in motorised 
countries, are transferred. 
 
This paper briefly describes a research thesis currently under development as part of planned 
doctoral studies.  The focus of the research is the transfer of road safety knowledge and 
techniques to South East Asia, and in particular the influence of contextual factors such as 
culture and implicit assumptions, which mediate the potential effectiveness of the transfer 
process. 
 
These contextual factors are described and explored briefly, in terms of the standard approach 
to road safety (the three E’s) and their assumptions.  An alternative conceptualisation is 
outlined, which attempts to account for contextual factors.  Finally, a framework for more 
successful transfer of road safety knowledge and techniques is discussed. 
 
 
South East Asia as an arena for study 
 
Many problems or issues arising from the process of transferring road safety knowledge and 
techniques to LMCs apply across regional boundaries.  South East Asia was selected as the 
arena for this research because of  its diversity, which aids in determining whether or not 
assumptions or approaches used are generic or context-dependent. 
 
The South East Asian countries are Cambodia, Indonesia, Lao PDR, Malaysia, Myanmar, 
Philippines, Thailand and Vietnam, plus the city-states of Singapore and Brunei.  In the 
future East Timor will join this list. 
 
These countries have different forms of government, including communism (Vietnam and 
Lao PDR), military rule (Myanmar), republican democracy (Philippines, Singapore, 
Malaysia, Indonesia, Cambodia), and constitutional monarchy (Thailand, Brunei). 
 
There are different religious/philosophical roots.  Indonesia is the largest Islamic country in 
the world, and Malaysia and Brunei are also Islamic.  The Philippines is a strongly Christian 
country.  Thailand is an exemplar of a Buddhist country, and Myanmar and Cambodia have 
strong Buddhist roots.  Vietnam, Lao PDR and Singapore share a Confucian heritage. 
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As noted in the next section, motorisation and economic development also vary widely 
among the South East Asian countries.  Singapore is well developed in these respects, 
although its primarily urban nature contributes to this.  Malaysia has levels of motorisation 
and economic development which are approaching those of motorised countries.  Myanmar is 
at the other end of the spectrum, while Lao PDR, Cambodia and Vietnam exhibit stalled 
development due to the upheavals experienced during and after the Vietnam War. 
 
 
Scope of the road safety problem in South East Asia 
 
An authoritative source of data on road safety and motorisation in Asia and the Pacific is the 
UN ESCAP collection.  The Appendix to this paper presents selected frequency data from the 
ESCAP collection (cited by Asian Development Bank, 1998),  and additional calculations of 
changes in frequencies. 
 
By comparison with other Asian and Pacific countries, South East Asia: 
 
• Accounts for about 45,000 road fatalities annually, just under 10% of the world road toll; 
 
• Has a population one third of China’s and less than half of India’s, but fatalities 
equivalent to more than half of China’s road fatalities and about three-quarters of India’s 
fatalities, i.e. a poor road safety performance compared with the giants of Asia; 
 
• Has more motor vehicles than China and India, and many more 2 and 3 wheeled vehicles; 
 
• Includes the three countries with the highest proportions of 2 and 3 wheeled registered 
vehicles in Asia and the Pacific, i.e. Vietnam (91%), Cambodia (87%) and the Lao PDR 
(81%); 
 
• Has, in Myanmar, a fatality rate of 47.7 per 10,000 motor vehicles, which is exceeded 
only by Papua New Guinea, Mongolia and Nepal, and is equivalent to the rate in 
Bangladesh; 
 
• Has, in Indonesia, a severity index (ratio of fatalities to injured persons) exceeded only by 
that of Taiwan; 
 
• Has, in Thailand, the greatest rate of fatalities per 100,000 population in the region (34.3); 
 
• Has, after the developed countries (Australia, Japan and New Zealand), the second 
(Malaysia) and third (Thailand) highest levels of motorisation in the region (Taiwan is 
first); in contrast, only Bangladesh has a lower rate of motorisation than Myanmar. 
 
Within South East Asia, the statistics show:  
 
• Rapid development, seen in the increase in kilometres of road; over about ten years from 
the early ‘80s to the early ‘90s, road lengths in Indonesia increased by 115%, followed by 
Malaysia (99%) and Thailand (66%); only the Lao PDR did not show an increase; 
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• Increasing motorisation, with most countries more than doubling numbers of registered 
vehicles between 1980 and 1993/4; Vietnam had a remarkable 2,100% increase, Thailand 
547% and the Lao PDR 431%; only Singapore (58%) and the Philippines (91%) did not 
double their numbers; 
 
• Malaysia has the highest level of motor vehicles per thousand people (344) followed by 
Thailand (225), with all other countries having rates of less than 60; Myanmar is lowest, 
with a rate of 6; 
 
• Fatalities more than doubled over a 10-15 year period in the Lao PDR (up 150%), 
Thailand (111%), Myanmar (100%) and Vietnam (104%);  at a time when fatalities in 
Australia decreased by 40%, only the Philippines (down 31%), Indonesia (4%) and 
Singapore (2%) showed decreases; 
 
• As noted above, Vietnam has the highest proportion of 2 and 3 wheeled vehicles, at 91% 
of motor vehicles, and its neighbours Cambodia (87%) and the Lao PDR (81%) are 
similarly high; the Philippines (23%) and Myanmar (27%) are the lowest; 
 
• As noted above, Myanmar has the highest fatality rate per thousand motorised vehicles, at 
47.7, which is three times the size of the next country, Thailand (15.2); this may be 
accounted for by the low motorisation level of Myanmar; Cambodia has the lowest rate 
(3.6) followed by Malaysia (5.5) which suggest that there may be data problems with 
Cambodia; 
 
• Indonesia has the highest severity index (44) followed by Cambodia (38) while the Lao 
PDR has the lowest (5); the variability of these data suggest inconsistencies in reporting 
criteria or in reporting patterns; 
 
• Thailand has by far the highest rate of fatalities per 100,000 people, at 34.3, followed by 
Malaysia (19); all other countries have a rate below 10, and Cambodia has the lowest 
(1.4; but see earlier comment); 
 
These statistics show that, while there are wide variations in the levels and patterns of 
motorisation and road safety in South East Asia, all South East Asian countries exhibit 
greater rates of road crashes than motorised countries, and do not show the declines in 
fatalities experienced in the West in recent years.  Levels of infrastructure development and 
maintenance are below those in the West, leading to obvious deficits in the provision and 
standard of road engineering, vehicle safety, and administrative driver management methods 
such as licensing and enforcement. 
 
At this point, however, it is worth noting that the size of the road safety problem in South 
East Asian countries is typically measured by reference to numbers of motorised vehicles 
(e.g. Downing et al, 1991), which gives a misleading impression in countries with relatively 
low levels of motorisation.  For example, referring to the figures presented in the Appendix 
shows that Indonesia and Australia have roughly comparable numbers of motorised vehicles, 
whereas Indonesia has five times as many road fatalities, so that Indonesia’s fatality rate per 
motorised vehicle is five times that of Australia.   
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However, Indonesia’s population is roughly ten times that of Australia, so that its fatality rate 
per population is only half that of Australia’s.  As a public health problem, therefore, road 
safety is less important in Indonesia than in Australia, and undoubtedly ranks much lower 
than other public health problems in Indonesia.  Mohan and Tiwari (1998) make a similar 
point about the use and interpretation of statistics and ratios to rate the road safety 
performance of motoring countries. 
 
Exposure data would provide a better basis for road safety risk calculations, but it would be 
extraordinarily difficult to collect data in which confidence could be invested.  Even fatality 
data in South East Asian countries is of questionable validity, in particular in rural areas. 
 
 
The potential for transfer of road safety knowledge and technology 
 
Motorised countries have devoted several decades of research and implementation efforts to 
the improvement of road safety, and the decline in road fatalities across Western countries is 
taken as clear evidence of the success of this enterprise.  In recent years, as part of the general 
swing towards “best practice” approaches in industry and government, road safety research 
and interventions have been collated in numerous government strategic plans and other “state 
of the art” documents. 
 
It has proven to be a relatively small step from this point to the presumption that the road 
safety methods and measures outlined in these documents constitute an ideal model of an 
approach to road safety in any context (Mohan and Tiwari, 1998).  This tendency can also be 
seen in the constituent disciplines of road safety.  It is greatest in engineering, where there is 
certainly justification for assuming that measures aimed at absorbing the energy of an impact, 
will do this job no matter where they are installed (if they are installed properly).  However, 
many other engineering measures are not so easily transferable, as will be explained below. 
 
The extensive research into effective enforcement and education techniques also contributes 
to confidence in their transferability, though not to the same extent as engineering, as the 
influence of local features is much clearer. 
 
 
An alternative conceptualisation 
 
The assumptions behind the transferability of road safety knowledge and technology presume 
the generality of the Western road safety model.  More importantly, they treat “road safety” 
as a discrete phenomenon, occurring everywhere and able to be understood and addressed in 
the same terms across contexts. 
 
An alternative view is that road safety is really an emergent phenomenon.  That is, the nature 
of a country’s road safety profile emerges from other characteristics of the country.  This 
should not be surprising, if it is acknowledged that transport systems are not established for 
the purpose of achieving a certain level of safety.  In particular, this view of road safety as an 
emergent phenomenon holds that road safety performance is determined largely by the kind 
of transport system, land use (existing and planned), road infrastructure, vehicle mix, urban-
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rural priorities, and economic development priorities, within the context of the nation’s pre-
existing systems and behaviours. 
 
One consequence of this is that road safety interventions which work in the West may not 
work elsewhere, depending on the influence of system features and the specific context.  In 
the abstract, without considering any country in particular, there would be a “gradient of 
potential applicability” of road safety interventions.  Some engineering interventions should 
be widely applicable, while the potential applicability of other measures would be determined 
by their dependence on contextual features of the setting itself.   
 
 
Gradient of potential applicability of road safety measures 
 
Engineering, enforcement and education are sometimes termed the “three E’s” of road safety, 
and consideration of these approaches to road safety helps to illustrate the gradient of 
potential applicability. 
 
As already noted, energy absorbing engineering measures such as crash barriers, and 
measures such as road design standards, seem to be fully applicable across different settings, 
provided they are installed correctly 
 
Other engineering measures are based on (often hidden) assumptions about the behaviour of 
road users, which are exposed when the measures fail.  Most examples of such failures are 
anecdotal, for example: 
 
• Installation of traffic signals in one South East Asian country, at in intersection with a 
demonstrated road safety problem, provided no benefits initially as the traffic ignored the 
lights; in the West, newly installed traffic lights are universally complied with (two 
personal communications). 
 
• Construction of roads according to Western standards across Asia (usually through an 
externally funded loan) involves the marking of lanes as in the West, where the lane 
markings are complied with.  In Asia it is quite common for two marked lanes of this 
nature to be filled with at least four lanes of traffic, owing to a different vehicle mix, 
traffic volume pressures, and local conventions of traffic interaction (Mohan and Tiwari, 
1998, provide a researched example). 
 
• Installation of roundabouts in at least two major Asian countries has not produced the 
expected pattern of traffic flow, as some vehicle types routinely travel counter-flow for 
reasons other than inexperience with the facility (Haworth, 1995, plus an independent 
personal communication). 
 
• Widespread installation of SCATS in an Asian country, where signal linking proved not 
to be feasible (or relevant) as drivers ignored the traffic signals in any case (personal 
communication). 
 
Enforcement is usually seen as the primary way to address problems such as those outlined 
above (e.g. Jadaan, 1991), and enforcement is an area where considerable research has been 
conducted, to develop and refine models. 
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However, the Western conception is of a system which begins with the passing of legislation 
for safety purposes, which automatically becomes an enforcement objective for police, who 
will develop methods of detection (and deterrence) which will be supported by efficient and 
fair judicial and administrative systems.  
 
This assumed relationship between the legislature, the police and the judiciary is not 
commonly found in practice, in some cases because of institutional reasons, e.g. enforcement 
of vehicle safety standards relies on registration and inspection systems which may not exist 
or be effective.  It is also important to note that the community in a motorising country, and 
police themselves, may have notions about the role of police that are quite different from the 
accepted role in Western countries. 
 
Anecdotally, there are numerous reports of police enforcement being carried out specifically 
to demand bribes from errant motorists, to supplement meagre income (several personal 
communications).  These reports are associated with an acceptance that general driving 
behaviour will not comply with (irrelevant or uninformed) laws, and that enforcement will be 
haphazard and not directed at improving road safety. 
.   
Education is usually seen as the ultimate answer to road safety by everyone concerned about 
the failure of engineering and enforcement (e.g. Jadaan, 1991), despite the fact that decades 
of Western road safety work shows that the impact of education is limited, and is always 
greatest when associated with effective real world interventions in the areas of engineering 
and enforcement. 
 
In the West there is a constant debate about the effectiveness of particular public education 
approaches.  It is not taken for granted that last year’s advertisement will be relevant to this 
year’s drivers, that the language used will necessarily be relevant to the target group, that 
people will respond in predictable ways. 
 
In Australia it is not taken for granted that the graphic Victorian road safety advertisements 
are acceptable, or appropriate, in Queensland, yet the Victorian advertisements have been 
sold to a South East Asian country.  Similarly, a funding organisation has commissioned 
Western consultants to provide road safety education in schools in Thailand, whereas there is 
considerable doubt about whether Western road safety professionals can provide effective 
road safety education in their own schools. 
 
To some extent the lack of applicability of Western education approaches to LMCs can be 
dealt with by arguing that there is a common process, or knowledge of process, that is 
transferable, e.g. good market research methods could be applied universally.  However, 
Haworth’s (1995) experiences in running focus groups in Bangladesh show that even market 
research methods make culturally based assumptions about status differences, cooperation 
and reaction to questioning. 
 
As a special note, it should be mentioned that all of these approaches assume that the scale of 
the road safety problem in a given country is understood, and interventions can be tested.  
However, crash reporting procedures and systems are generally not very good, especially 
outside major urban areas.  This undermines effective application of measures even without 
other problems of transferability (Downing at al, 1991). 
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Social science approaches 
 
There is more than one approach to the derivation of knowledge about road safety 
effectiveness, and the differences between these approaches can assist in understanding why 
some transfer efforts fail, and how to improve their chances of succeeding.  The description 
of social science approaches below is drawn from Neuman (1997). 
 
The most popular approach to developing knowledge over the last few centuries is 
positivism, which is so familiar that most people cannot dissociate the concept of science 
from positivism.  It assumes that there is a real, objective world, which we can observe and in 
which we can objectively test hypotheses, and replicate our results.  Positivism influences the 
approaches taken in all of the three E’s, engineering in particular.  This is reflected in the 
presumptions of transferability of results from one context into another. 
 
A second approach, which is more popular in some social science areas, especially 
anthropology, is interpretive social science.  Interpretive social science relies on 
understanding the meaning systems of people – how they construe their worlds and how they 
explain their behaviours.   
 
It is very common for the road use behaviour of people in LMCs to be labelled with words 
such as “undisciplined, chaotic, reckless” by Western observers, yet even in a country as 
homogeneous as Australia, we apply similar labels to drivers from interstate.  A number of 
observers have conceded, after a bit more experience, that there is in fact a set of rules, and 
patterns of predictable behaviour, consistent with conclusions reached in Western research 
(OECD, 1990).  An interpretive social science approach can help with an understanding of 
this. 
  
Interestingly, public education professionals usually use interpretive methodologies, such as 
focus groups, to determine the meaning systems of the audience in order to develop effective 
publicity.  Yet there are many instances in which it is the education products, not the 
processes, which are transferred. 
 
It is clear that an interpretive approach would assist in developing more effective traffic 
engineering interventions (Haworth’s 1995 study is an excellent example of research which 
incorporates an interpretive approach).  This is also true in respect of developing an 
understanding the functioning of the legal and enforcement system from the perspective of 
road users and the police. 
 
Of several other social science approaches, critical social science is an approach which 
appears to be worthy of follow up in some LMCs, yet is rarely considered among approaches 
to transfer of road safety knowledge and experience.  The critical social science approach is 
to develop among a particular group, or community, an understanding the factors 
(institutions, etc.) which are contributing to a particular problem, and to empower them to act 
to change them.  In countries where the effect of development has been to increase road 
hazards for the poorest people, who walk and cycle, some form of community action to 
improve road safety in local areas would appear to bear promise.  This would be similar to 
approaches taken in agriculture and public health in rural areas, although road safety action 
of this nature is more likely to be necessary in an urban setting. 
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Framework for transfer of road safety knowledge and techniques 
 
Transfer of road safety knowledge and techniques occurs within a framework of institutional 
and other factors, which determines who is involved and how measures are implemented.   
 
The framework recommended by the World Bank (1999) is oriented towards government as 
the leader of road safety efforts.  The World Bank Guidelines recommend the establishment 
of a public service body to pursue road safety, the development of strategic plans and action 
plans, and liaison between agencies. 
 
There are three major weaknesses with this approach.  The first is that it presents a 
technocratic approach in an area which is already politicised.  The creation of public service 
entities is meaningless without political will and commitment, and can be counterproductive 
if government can point to the mere creation of a road safety body as an act sufficient to 
satisfy the political need for action. 
 
The second weakness is that most staff of such bodies who are trained in disciplines relevant 
to road safety, are likely to be relatively mobile within the public service, hence reducing 
continuity and single-mindedness of purpose. 
 
The third weakness is that this approach fails to take into account the pattern of development 
of road safety in the West.  In general terms, road safety was pioneered in the West by 
doctors, engineers and other enthusiastic professionals, rarely by governments.  The 
implication is that pursuit of a road safety transfer agenda through major lending 
organisations and governments in South East Asia, while laudable and deserving of 
continuation, needs to be supplemented by promotion of a road safety transfer agenda among 
non-government road safety enthusiasts (such as doctors, academics, engineers and 
community advocates).  A similar point is made by Campbell et al (1998). 
 
As an example, a number of doctors in Vietnam are concerned about the scale of the road 
safety problem because of the number of road crash victims that enter their hospitals, 
particularly at certain times of year.  Focusing on the hospitals in which they work gives 
them a good, if restricted, data source for both baseline and evaluation data.  Their modes of 
road safety action are limited, but they are likely to have pre-existing skills which facilitate 
analysis of road safety issues and development of potential countermeasures, and their 
position in the community makes them effective as advocates for change.  What they need is 
an approach to road safety analysis and countermeasure development which can be adapted 
to local conditions and provide well-researched recommendations. 
 
Similarly, local communities in South East Asia can benefit from an approach to road safety 
which they can use to advocate on behalf of the community.  In many countries the poorer 
sections of the population are marginalised in terms of road safety, as walking and cycling 
become more dangerous, and settlements are divided by higher speed roads.   
 
Similar problems in the area of public health have been confronted at community level, and 
there would appear to be potential in the area of road safety also.  This would be consistent 
with the critical social science approach mentioned earlier. 
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It is important to note that these comments are based on the presumption that there are still 
benefits to be gained from a transfer process.  Mohan and Tiwari (1998) suggest that there 
are few such benefits once one goes beyond a knowledge of epidemiology, and that what is 
needed is development of model approaches within LMCs, for LMCs, by members of LMCs. 
 
The author believes that there is still potential for an effective and successful transfer 
undertaking, aimed at a greater level of generality which explicitly recognises where local 
adaptation of measures and methods is necessary, and suggest how such adaptation can 
occur.   
The future direction of this work is still in the process of formulation, however it is likely that 
it will include: 
 
• Refinement of the concept of a “gradient of potential applicability”, in particular with 
reference to both anecdotal and documented experiences with the transfer of road safety 
knowledge and techniques, and with the objective of testing the degree to which transfer 
of Western road safety knowledge and techniques suffers from assumptions particular to 
the Western context; 
 
• Exploration of the views and needs of road safety professionals and advocates in South 
East Asia, and of Western road safety professionals working in South East Asia; and 
 
• Development of a model approach to road safety which can be adapted to features of the 
local context, and which incorporates Western knowledge and techniques with explicit 
recognition of how applicable they may be, and how to determine and adapt their 
applicability in the local context. 
11 
REFERENCES 
 
Asian Development Bank (1998).  Road Safety Guidelines for Asian and Pacific Region.  
Asian Development Bank: Manila. 
 
Campbell, B.J., Knight, P.R. and Johnston, I.R. (1998).  Through a Kaleidoscope Darkly.  
Reflections on the Transfer of Traffic Safety Knowledge to Motorising Nations.  Global 
Safety Trust: Melbourne, pp. 155-163. 
 
Downing, A.J., Baguley, C.J. and Hills, B.L. (1991).  Road Safety in Developing Countries: 
An Overview.  Proceedings of Seminar C of the 19th PTRC Summer Annual Meeting, p. 1-26. 
 
Haworth, N. (1995).  Road User Behaviour and Safety in a Developing Country.  
Proceedings of the 7th World Conference on Transport Research, Volume 1: Sydney, pp. 
329-341. 
 
Jadaan, K. (1991).  Road safety in Developed and Developing Countries: A Comparative 
Study.  Proceedings of the New Zealand Land Transport Symposium, 1991, Wellington.  pp. 
73-88. 
 
Mohan, D. and Tiwari, G. (1998).  Traffic Safety in Low-Income Countries: Issues and 
Concerns Regarding Technology Transfer from High-Income Countries.  Reflections on the 
Transfer of Traffic Safety Knowledge to Motorising Nations.  Global Safety Trust: 
Melbourne, pp. 27-56. 
 
Neuman, W.L. (1997). Social Research Methods: Qualitative and Quantitative Approaches, 
3rd Edition, Allyn and Bacon: Boston. 
 
OECD (1990).  Behavioural Adaptations to Changes in the Transport System.  Organisation 
for Economic Co-operation and Development: Paris. 
 
World Bank (1999).  Road Safety Action Plans and Programs, adapted from UN ESCAP.  
Document downloaded on 6 December 1999 from the World Bank Group website, 
http://www.worldbank.org/html/fpd/transport/roads/safety.htm. 
 
 
 
 
12 
 
APPENDIX: ROAD AND ROAD SAFETY DATA 
 
Source of frequency data: Asian Development Bank, 1998, Appendix D, Comparative 
Statistics, Road Safety Guidelines for Asian and Pacific Region, Asian Development 
Bank, Manila. 
 
Kilometres of road 
 
  No.  In year: Change: Index year: 
 
Brunei  2,199  1989  +48%  1980 
Cambodia 14,800  1992  n.a  n.a. 
Indonesia 283,516 1990  +99%  1980 
Lao PDR 13,298  1992  -5%  1982  
Malaysia 61,649  1991  +115%  1980 
Myanmar 30,629  1992  +35%  1981 
Philippines 160,633 1991  +6%  1980 
Singapore 2,989  1993  +27%  1980 
Thailand 46,712  1992  +66%  1980 
Viet Nam 105,500 1992  +30%  1980 
 
Australia 810,300 1989  0%  1980 
 
 
Population (‘000) 
 
  No.  In year: Change: Index year: 
 
Brunei  282  1994  +45%  1980 
Cambodia 9,222  1994  +42%  1980 
Indonesia 198,055 1994  +31%  1980 
Lao PDR 4,742  1994  +48%  1980 
Malaysia 19,683  1994  +43%  1980 
Myanmar 45,473  1994  +35%  1980 
Philippines 67,898  1994  +39%  1980 
Singapore 2,825  1994  +17%  1980 
Thailand 57,586  1994  +23%  1980 
Viet Nam 72,342  1994  +35%  1980 
 
Australia 18,089  1994  +23%  1980 
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Registered vehicles 
 
  No.  In year: Change: Index year: 
 
Brunei  144,159 1992  +164%  1980 
Cambodia no data 
Indonesia 11,373,217 1994  +194%  1980 
Lao PDR 134,334 1994  +431%  1980 
Malaysia 6,627,000 1993  +185%  1980 
Myanmar 251,676 1993  +186%  1980 
Philippines 2,125,115 1993  +91%  1980 
Singapore 584,322 1993  +58%  1980 
Thailand 11,062,450 1993  +547%  1980 
Viet Nam 3,395,923 1994  +2,100% 1980 
 
Australia 10,613,000 1993  +37%  1980 
 
 
 
Road fatalities 
 
  No.  In year: Change: Index year: 
 
Brunei  47  1992  +18%  1980 
Cambodia no data 
Indonesia 11,004  1994  -4%  1980 
Lao PDR 200  1994  +150%  1985 
Malaysia 3,651  1993  +42%  1980 
Myanmar 924  1993  +110%  1986 
Philippines 1,027  1994  -31%  1982 
Singapore 254  1994  -2%  1980 
Thailand 9,496  1993  +111%  1980 
Viet Nam 4,533  1994  +104%  1980 
 
Australia 1,953  1993  -40%  1980 
 
 
 
